How Local Authority Decision Makers Address Freight Transport in the Urban Area  by Lindholm, Maria
 Procedia - Social and Behavioral Sciences  39 ( 2012 )  134 – 145 
1877-0428 © 2012 Published by Elsevier Ltd. Selection and/or peer-review under responsibility of 7th International Conference on City Logistics 
doi: 10.1016/j.sbspro.2012.03.096 
 
The Seventh International Conference on City Logistics 
How local authority decision makers address freight transport 
in the urban area 
Maria Lindholma* 
aChalmers University of Technology, 412 96 Göteborg, Sweden 
 
Abstract 
Freight transport in urban areas is not as efficient as it could be. Since freight transport has a large proportion of 
emissions from traffic, this is an area that needs to be addressed by all actors involved. Freight transport has in recent 
years gained a more important role in urban planning in large cities in Europe. However, the medium and small cities 
also need to address the problem in the decision making process. The purpose of this paper is to evaluate how 
Swedish small and medium sized cities deal with urban freight transport and to frame the problem of urban freight 
transport planning from a local authority perspective. Interviews with and questionnaires to decision makers are the 
basis for the evaluation of the possibilities for countering the challenge. City logistic schemes implemented in a large 
city are not always suitable for a smaller city and maybe not even for another city of the same size. The contribution 
of this paper is two-fold. A process planning model is presented based on the results, which is a practical tool for 
local authority decision makers in their planning process, but it is also a theoretical contribution, valuable for future 
research in urban freight transport planning studies. 
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1. Introduction 
Freight transport urban areas is necessary for trading activities and the competitiveness of the region as 
well as for retaining service and for the development of the citizens’ lifestyles in the area. Research on 
urban freight transport is important for many reasons, e.g., the environmental effect of the movements, the 
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cost of the transport activities and the effectiveness of transport policies. Higher load rate through better 
vehicle utilisation, reduced terminal handling, better planning and sequence planning of distribution routes 
would be able to create more efficient transports and therefore reduce the negative impacts from urban 
freight transport.  
There have been methodological developments in two main categories: operational models directed 
towards the improvement of flow management, and systematic models to evaluate the impact of urban 
logistics modifications on the flows generated [1]. However, few models are dedicated to design, 
evaluation, planning, management and control of optimisation of city logistics [2]. Further, the existing 
and previous research in the area of urban freight transport mainly focuses on how the transport actors 
(e.g., transport operators and freight forwarders as well as consignor/consignees) are influenced by those 
different measures and developed models. Browne and Allen [3] argue that in order to understand how 
freight transport can be made more sustainable, it is not only necessary to understand the goods vehicle 
movements, but it is also necessary to understand the nature of goods flows and the factors that influence 
them. Sophisticated planning and good co-operation are watchwords to succeed. However, very little 
research is performed with the local authority in focus and about the optimisation of logistics activities 
within urban areas through policy and planning [4].  
Freight transport has in recent years taken on a more important role in urban planning in large cities in 
Europe. However, the medium and small cities also need to address the problem in the decision making 
process. The purpose of this paper is to evaluate how Swedish small- and medium sized cities deal with 
urban freight transport and to suggest how local authority decision makers could cope with the issue and 
put freight transport on the agenda. The purpose is also to frame the problem of urban freight transport 
planning from a local authority perspective. The potential for a reduced environmental impact of city 
distribution might be higher in a large city, based on the quantity of transports. However, there is an 
interest in studying small- and medium sized cities since transport in those cities in general is partly 
expected to be less efficient than in bigger cities (due to tight clusters of customers in large cities, and 
dispersed transport flows in small cities), and partly because the summarised potential for a large quantity 
of small cities will generate a high total effect.  
Interviews with and questionnaires to decision makers are the basis for the evaluation and are an 
elaboration on the possibilities for countering the challenge. Local authority decision makers in two 
medium sized cities have been interviewed. Decision makers in this study are persons employed by the 
city or municipality and could have the role of traffic manager, commercial and industrial life manager, 
communications director, etc. The questionnaire was sent to all Swedish municipalities and the 
respondents represent small, medium and large cities.   
The paper is structured as follows: First, the theoretical framework and the Swedish situation is 
described in order to understand why there is an interest in looking at small- and medium sized cities. 
Second, the method for the questionnaire and interviews is described, followed by results and analysis. A 
planning process model is presented, and finally, there are some concluding remarks.  
2. Theoretical framework 
Urbanisation is a trend that has increased and is expected to continue. In 1950 around 50% of the total 
population lived in urban areas, and this increased to 72% in 2007. It is expected to be around 85% in 
2050 [5]. The European Commission [6] highlights that an intelligent and integrated logistics system must 
become a reality regarding urban freight transport considering the urbanisation development. The EU is 
stimulating and helping authorities at all levels to adopt long-term integrated policies [7]. With a few 
exceptions, e.g., France, the Netherlands and the UK, there has been little work done in the field of trying 
to integrate freight transport in local policy and planning procedures. In the UK and France there are high 
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level strategies on integrating freight policies into local authority planning and general transport plans [8]. 
The Netherlands has a very specific situation due to highly/densely populated areas with almost 90% of 
the population living in those areas, and therefore the Netherlands has a long tradition of trying to tackle 
freight transport. But, even though freight is high on the agenda, over one third of Dutch cities lack a 
political agenda for freight [9]. Van Duin [9] shows that cities copy each other’s freight measures, but do 
not share experiences or deal with the fact that different kinds of measures have different impacts 
depending on the city prerequisites. This shows the difficulties with incorporating freight transport issues 
in strategic planning; when the cities with awareness of that freight transport also contribute to negative 
environmental impacts there is no knowledge of how to deal with the problem in an efficient manner. 
There are governmental policies to improve urban sustainability measures that are commonly used, 
namely time windows and vehicle restrictions [10]. The benefits for the urban area are an improved 
shopping climate and attractiveness of the centre, mainly due to reduction of noise and heavy vehicle 
intrusion during the non-time-window periods. However, Quak and de Koster [11] conclude in their case 
study research of retailers in Holland that local policies aiming at improving social sustainability of urban 
areas could increase global and local pollution as well as retailers’ costs.  
There is a complex network of actors and factors that need to be considered during planning of freight 
transport in urban areas. Different strategies on several levels could cause problematic results. How the 
problem is framed influences the outputs through the choice of alternative solutions and strategies. 
Planners need to reframe the problem definition from “predict and provide” to “coordinated land use and 
transport planning for reduced urban traffic volumes” and by this, include freight transport alternatives 
[12].  
Tennoy [12] presents a model where it is seen that objectives, values, knowledge and understanding 
influences how problems are framed and thereby how planning is carried out and the outputs it produces. 
This model could be used by several stakeholders, but it is the local authority that is the focus of this 
paper. It is in the local authority’s interest to create an attractive city where its inhabitants and tourists 
enjoy staying. The local authority has different responsibilities and possibilities in different countries. 
However, in Sweden, the local authority has a large influence over the local street network and has good 
possibilities to regulate traffic in various ways. The most important factor for the local authority is its 
neutrality in its relationship with stakeholders. Hence, this is a motivation for the local authority, to be the 
‘leader’ of urban freight initiatives. The practical and theoretical contribution of this paper is a 
development of the model by Tennoy [12], based on the results of the questionnaire and interviews 
presented below.  
2.1. Sustainable urban freight transport 
An overview of urban freight transport is a pre-requisite for discussions of both measures and specific 
projects; hence, it is a natural introduction to many studies. A common conclusion made in evaluations of 
projects and in literature is the lack of focus the area of urban freight transport has received. Another 
conclusion is the increase in focus the area has gotten during the last decade and especially the “newly 
discovered” necessity of urban goods transports for a viable urban area. 
The main problem areas within cities and urban freight transport could be summarised as Allen et al. 
[13]; Anderson [14]; and Muñuzuri. et al. [15] suggest: 
x Traffic flow/congestion problems - Caused by high traffic intensity, insufficient road infrastructure and 
poor preparatory work 
x Transport policy-related problems - Limited access for vehicles, based on hour of the day and/or size, 
weight of the vehicle 
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x Parking and loading/unloading problems - With regulations, charges, lack of loading zones and 
handling problems of goods 
x Customer/receiver-related problems - Including queuing for delivery and reception, difficulties finding 
the receiver and adapting to the receivers’ demands on delivery and pick-up 
x Problems with freight transport and service companies  
x Other issues that cause problems 
 
Most studies have a sustainability focus, since this is a necessity for improving the freight transport 
situation in cities. Therefore, there is a need for a comprehensive definition of the concept called 
Sustainable Urban Freight Transport (SUFT). One suggestion is made by Behrends et al. [16]: A SUFT 
system fulfils all the following objectives: 
x To ensure the level of accessibility offered by the transport system to all categories of freight transport 
x To reduce air pollution, greenhouse gas emissions, waste and noise to levels without negative impacts 
on the health of the citizens or nature 
x To improve the resource- and energy-efficiency and cost-effectiveness of the transportation of goods, 
taking into account the external costs, and; 
x To contribute to the enhancement of the attractiveness and quality of the urban environment, by 
avoiding accidents, minimising the use of land and without compromising the mobility of citizens 
 
Policy and governmental views are presented in many studies, and there are several leaflets, reports 
and papers presented as results of EU projects (e.g., [17] and [18]). Stakeholders, different interest groups 
and the impacts on different actors are often discussed and are seen as an important factor. Most papers 
and reports discussing solutions in urban freight transport present a classification of solutions (e.g., [19] 
and [20]). Based on a literature review and mapping of projects [21], the measures related to urban freight 
transports could be divided into five areas: 1) Restrictions, 2) Consolidation, 3) Infrastructure, 4) Vehicle 
development, and 5) IT-Solutions (see Fig. 1). The areas of vehicle development and IT-solutions are not 
considered in this paper, since it is mainly the first three areas that can be affected by local authorities 
regarding policies, etc.  
 
Restrictions Consolidation Infrastructure Vehicle dev. IT-solutions
Night dist.
Env. zones
Loading 
Road pricing
Route order
City terminal
Micro term.
Spec. project
City train
Waterway 
Exp. zones 
Underground 
Pick-up cent. New lanes 
Quiet dist.
Fuels
…….
………Weight / size
Time windows
Schemes that could be affected
by local authorities
 
Fig. 1. Categorisation of different city logistics schemes (adapted from Lindholm and Wegstedt [21]). 
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Restrictions could also include incentives and are methods where either restrictions or incentives are 
used by the local authorities to improve the transportation situation within a city. Most European cities 
have different restrictions regarding weight and type of vehicle. These are also often the first, and easiest, 
measures taken for improving the urban logistics situation. The weight and size restrictions as well as 
loading and unloading are traditional measures existing in several cities. Environmental zones and 
congestion charging are measures that more recently have been introduced and are susceptible to several 
studies. In several cities, positive effects have been reported which increases the incentives for using these 
measures elsewhere. Night distribution, inventory restrictions, fill-rate restrictions and professional 
network are the most innovative measures, which started as pilot projects in a small number of cities 
within an EU project. 
Consolidation of goods is the second group of solutions that is presented. There are several types of 
consolidation that are recognised in projects, e.g., consolidation centre (distribution centre, micro 
terminal, city terminal), commercial centre, special project (i.e., a project for a specific period of time or 
specific limitations, such as a construction site), pick-up central, consolidated order and care-off address. 
The concept could be used for a part of a city or an entire city. Several actors/stakeholders are involved 
and the problem with cost and revenue sharing and the role of each member is difficult to define. It is also 
so that the introduction of a consolidation centre introduces one more step in the supply chain with 
additional handling, hence additional time and cost. The advantages must overcome this extra step, which 
can be hard to achieve and quantify. Hence, major barriers for joining a scheme include the organisational 
and contractual problems associated with the set-up and the desire to keep supply chain advantages to one 
instead of sharing the service with others. Loss of control and contact with customers are also highlighted 
as one reason for shippers not joining a scheme [22]. 
The infrastructure is rather hard to alter in a city centre, and therefore, most projects are instead 
focusing on how to use the infrastructure as efficiently as possible. Increasing the efficiency of deliveries 
through improving infrastructure can also increase the deliveries as they are easier to perform. Some 
innovative measures have been suggested though, through finding alternative ways of transporting goods 
other than on the road network; for example, using rail, using the canals for waterway transport, or using 
the underground for transport. A common problem is the requirement for investments, and the extra 
handling step which often occurs, compared to direct delivery by truck. In cities where the 
loading/unloading zones have been susceptible to problems, a possibility can be to improve the design of 
these. 
It is important for a city or area to find an appropriate mix of different measures. Often the measures 
are used together, and how to set up a policy should be carefully evaluated. Successful consolidation 
centres often work in combination with restriction measures, for example. Implementation of a concept, or 
a combination of concepts, is important to discuss with stakeholders and to plan carefully to avoid sub 
optimisation. Several concepts will require a change in behaviour and one important part is how to handle 
change management. There are several examples of studies where the concept failed, partly due to 
problems with cooperation and willingness to change; for example, night distribution within Stockholm 
[23] or the SAMLIC project [24].  
The literature contains broad information about projects that have been carried out all over Europe and 
there is information to be gathered by local authorities about possible solutions. The difficulty is in 
adapting implemented solutions to the local prerequisites in a new city. Although several models and data 
simulation tools are presented throughout the literature, there is a need for more broad and extensive 
information about policy implementation and freight transport in urban areas in order to reach out to local 
authorities and to create the possibility for both knowledge exchange and increased awareness.  
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2.2. The Swedish structure of localities 
Sweden is not as densely populated as many other European countries. There are just under 9.5 million 
inhabitants in Sweden with a population density of 23 persons per km2. An urban area in Sweden is called 
a locality and is defined as an area that consists of a group of buildings normally not more than 200 metres 
apart from each other, and must fulfil a criterion of a minimum of 200 inhabitants [25]. There are 1940 
localities in Sweden. Around 85% of the Swedish population lives in localities. In a European perspective, 
a commonly used limit for large cities is 100,000 inhabitants. There are only five localities in Sweden 
exceeding 100,000 inhabitants: Stockholm, Gothenburg, Malmö, Uppsala and Västerås. 30% of the 
population of Sweden lives in those five large localities. This means that 55% of the population lives in 
small- and medium sized urban areas in Sweden.  
However, the locality has no administrative status; the concept is mainly used for analyses of urban 
development and is a Nordic standard. Taking into account the administrative functions there is a need to 
look at municipalities. There are 290 municipalities in Sweden, which means that there could be several 
localities in many of the municipalities. From the KOLADA database [26] it is possible to retrieve data 
about the municipalities. In 2009, there were 13 municipalities with more than 100,000 inhabitants; there 
were 202 municipalities with between 10,000 and 100,000 inhabitants; and there were 75 municipalities 
with less than 10,000 inhabitants.  The vast majority of municipalities in Sweden are thus small- and 
medium sized. This is why it is interesting to look at those in particular. 
Small- and medium sized cities are in this paper defined as having less than 10,000 inhabitants (small) 
and between 10,000 and 100,000 inhabitants (medium). The term city does not exist in Sweden as a 
concept and the correct term for the administrative body is municipality, although many municipalities use 
city in their profile, e.g., City of Göteborg (Gothenburg). However, the term city is used throughout the 
paper since it is a common phrase in a European perspective. 
3. Method 
The majority of Swedish municipalities keep regular traffic counts through automatic surveillance. 
Traffic movements and volumes are monitored in general and mobility management schemes are often 
implemented. However, freight tends to be neglected as a legitimate part of the mobility schemes. In 
addition, the majority of surveys performed by the research arena are addressed to establishments, freight 
operators and service providers. The surveys described in this section aim at studying how the local 
authority decision makers address the freight transport activities in the urban area. 
3.1. Interviews and questionnaire survey 
Both interviews and questionnaire surveys are used for the collection of empirical data for this paper. 
The respondents are in both cases local authority decision makers.  
 Local authority decision makers. There are not many cities that have a person responsible for freight 
or logistics issues. Most municipality authorities have some kind of traffic or urban planning department 
that will take the responsibility for answering questions when it comes to surveys or interviews on this 
subject, but there are few cities that handle freight transport as a regular issue on the agenda. The 
interviewees in this study have been decision makers at the local authority level, e.g., heads and managers 
of traffic planning, strategic planning, industry and commerce, who know the topic area well. No 
politicians have been included in the study, since political views change from person to person and are 
difficult to analyse in a longer perspective.  
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Questionnaire survey. The questionnaire study was sent to all Swedish municipalities, i.e., 290 in total, 
addressing the freight transport situation in the municipality. The questionnaire was sent to the person 
responsible for freight transport or transport planning in each municipality. A telephone survey was done 
to find the most appropriate respondent for the questionnaire. The questionnaire was formed as a web 
survey in order to reduce the handling time for responses and to make the response easy for the 
respondents. The questionnaire was formed by the author and pretested first on colleagues, then on a 
sample of municipality respondents. Questions were mainly formed as multiple choice questions with an 
open-ended alternative.  
There were two reminders sent to non-respondents and the final response rate for the survey was 
32.4%, where small cities had a lower response rate and large cities higher. The responses were divided 
into three sub-groups: small cities (less than 10,000 inhabitants; a total of 73 cities), medium sized cities 
(between 10,000 and 50,000 inhabitants; a total of 172 cities) and large cities (more than 50,000 
inhabitants; a total of 45 cities). The “large cities” group was extended to include more than just the 
thirteen cities with more than 100,000 inhabitants, since that was considered too small of a group from an 
analysis point of view in the questionnaire study. For small cities the response rate was 24.7%, for 
medium sized cities it was 27.9% and for large cities it was 44.4%. A possible and quite realistic reason 
for the higher response rate for large cities is that they have more resources in the traffic and transport 
divisions, which is also shown by the results of the questionnaire. Many of the small cities have no one at 
all working with those issues. The response rate is considered to be quite good and non-response bias is 
not considered to be a problem based on the well-spread results between the three response groups.  
Interview study. The basis for the interviews is two medium sized cities in Sweden, where in-depth 
interviews have been performed with persons responsible for, or connected to, freight transport issues at 
the local authority. The interviews were performed subsequent to the questionnaire survey in order to 
confirm or question the results from the questionnaire.  
The two cities are of similar size and structure. The interview topic was how the local authority 
decision makers address freight issues in the urban areas. Eight interviews were conducted by the author 
with authorities representing different views and responsibilities of the freight transport issue. The 
interviews were semi-structured and included questions about municipality profile, drivers, barriers, 
impacts, problems, plans and policies. The same questions were asked to all interviewees following an 
interview guide with open ended questions in order to receive comparable results. Additional questions 
were asked in some interviews and in other cases it was not possible for the interviewee to answer the 
questions. Notes from the interviews were summarised and analysed through meaning condensation and 
thematic analysis. 
4. Results and analysis 
The results from the questionnaire and the interviews are presented below, followed by an analysis and 
presentation of a planning model. In the analysis the question of how local authority decision makers 
address the problem is considered. 
4.1. Questionnaire 
Freight transport is taken into account to a higher extent in bigger cities than in the average respondent 
city, but few cities have one or more employee working more than 20% of their time with the issue. Small 
cities have very little working time with freight. Only one city of all the respondents answered that they 
have one full-time employee dedicated for freight transport. Departments responsible for freight transport 
are mainly technical or infrastructure departments, but the most common answer is that no specific 
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department has this responsibility. The vast majority of small- and medium sized cities has between 0% 
and 10% full time employee equivalent working with freight transport. 
In the survey, around 65% of the respondents considered freight transport to be somewhat a problem in 
the urban area of the municipality. The freight transport referred to is considering both passing-through 
traffic and deliveries to the urban area. The percentage of municipalities considering this a problem is 
higher for large cities than small cities, although almost 50% of the small cities consider it a problem and 
somewhat more for the medium sized cities. Noise and safety are the most recognised problems related to 
freight for small- and medium sized cities, whilst emissions is the biggest problem according to large 
cities. 26% of the respondents believe that there are major barriers working with freight transport, which 
are mainly related to economic factors and traditions. There are very few cities that keep statistics of 
freight transport and when applicable, it is vehicle movements rather than more extensive goods flow 
analysis that is available.  
Almost 45% of all the respondents have made interventions to reduce freight transport with different 
approaches. Again, it is a higher number of large cities that have tried different solutions to handle freight 
transports. For small- and medium sized cities it is 25% resp. 40% of the respondents that have made 
interventions and restrictions in the form of time and weight limits are the most common solutions. 
Traditions are mentioned as an important barrier to succeed with different measures.  
Comments on the survey confirm that there is very little focus on freight transport in the local 
authorities’ work, and in particular for small- and medium sized cities. Freight is often considered as a 
market driven interest with no or a very small connection to the local authority. It is also confirmed that 
knowledge and awareness of freight is low. Further, the information exchange between municipalities 
seems to be very low on this subject. However, the information exchange within municipalities (between 
different departments, e.g., strategic planning, traffic planning, etc.) is better than expected for all 
respondent groups.  
4.2. Interviews 
In most areas the interview study confirms the results of the questionnaire survey, but it is also possible 
to get a more detailed picture of how the cities see the freight transport situation. In the interview cities, 
there is a general view that freight transports do not constitute a problem. There are a small amount of 
vehicles entering the urban centre. Here the result from the questionnaire survey differs slightly, since the 
questionnaire indicated a bigger problem. When addressing the issue of freight with interviewees there is 
the overall infrastructure problems that arise as problems, e.g., main roads, countryside small roads, 
crossings, possibility or non-possibility for railway transports, air and sea transports. Urban areas and city 
centres represent a very small proportion of the municipality area in the small- and medium sized cities. 
This is the main difference between the small- and medium sized and the large cities, where the urban 
area and city centre represent the majority of the municipality both in population and area. It is possible 
that the persons answering the questionnaire regarded the whole municipality rather than just the urban 
area/areas in accordance with the interpretation of the interviewees, which can explain the higher rate of 
this answer. 
Most local authority decision makers in the interview study refer to the freight transport issues as 
private rather than public and that optimisation of transports is a business driven interest. A common 
interpretation to the problem is, “There is no problem description...” (citing a Head of traffic planning), 
meaning that there is no possibility to see the problem since they do not understand what they should look 
for. However, even if the authorities do not see the freight transport activities as a problem in general 
regarding the urban area, when addressing issues like the time windows where distribution vehicles enter 
the area (mainly morning hours for distribution to shops), most interviewees reckon that there is 
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congestion and noise problems during this period of time. Also, the safety issue is highlighted as a 
problem. 
Since there are few identified problems with freight transport in the interviewed cities, it is difficult to 
recognise possible barriers working with the issue. However, it is confirmed that the local authorities’ 
knowledge of logistics and freight transport is limited and that there is no one responsible for the area. It is 
the persons responsible for traffic planning in general that “own” the issue, but their focus consists of 
private cars, public transport, walking and cycling. Thus, one of the largest barriers is the lack of 
knowledge together with lack of awareness. Discussing other problem areas it is tradition that constitutes 
the largest amongst the interviewees. The industry and tourism often play a large role and therefore 
dominate infrastructural planning issues. It is hard to change “old behaviour” amongst decision makers 
when it comes to affecting those issues. 
There is a risk that the project and good ambitions will taper off. “Planning to perform the right 
solution from the beginning is the only way to do it” (citing a Head of commerce and industry). One 
possibility to find the right solutions or to get on solid ground for new ideas is to create a working group 
around traffic and transport with representatives from possible stakeholders. Decision makers at the local 
authority level as well as industry representatives and transport operators should be a part of this group. 
One of the interviewed cities has created a “Communication group” where freight amongst other traffic 
planning issues is discussed on a regular basis. 
4.3. Analysis 
In discussions with local authorities, a need to identify the problem of urban freight transport has 
emerged. The important issue to start with is the increasing knowledge and awareness rising. The problem 
is twofold. First, there is the problem of a general lack of knowledge within the municipalities. Since there 
are few persons working with the issue of freight transport that have relevant education, at local authority 
level there is a lack of highlighting the area in day to day work. Second, there is a problem with 
knowledge transfer between municipalities about what has been done within the area, what has been 
successful and what has been a failure. Timms [27] concludes that the “world of information” is growing 
more and more complex and that there are several factors that need to be considered regarding policy 
transfer in order to make it easier and more accessible. Language is one example when considering 
transfer of knowledge between countries. Furthermore, an important factor is to identify the actors 
involved in knowledge transfer and understand what different roles the different actors could play. 
Tennoy [12] discusses one explanation for why urban land use and transport systems are still planned 
ineffectively regarding allowing road traffic increase: it is the way planners are framing the problem. In 
accordance with this note, the way decision makers in the interviews are framing the issue with urban 
freight more as an infrastructural problem or even as a non-existent problem, it is less likely that the 
congestion and noise will decrease. Further, without thorough framing of the problem and understanding 
the assessment of alternatives for solutions there are risks of sub-optimisation. With the fact that many 
local authority decision makers refer to freight transport issues as private rather than public and that 
optimisation of transports is a business driven interest, they fail to see the possibility for improvements 
regarding, e.g., regulations and other policies that are related to freight transport. For local authorities, the 
way to manage and affect urban freight transport is through good policies and regulations regarding the 
issue. If transport policies consider urban freight transport and set a good framework for regulations of 
freight transport movements, which correspond to stakeholder possibilities and city prerequisites, there is 
a good opportunity for the development of a healthy and sustainable freight transport situation. 
Since there is an abundance of different possible solutions to reach sustainable urban freight transport 
as well as numerous different prerequisites for different cities, it could be very difficult for local 
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authorities to know what to do and where to start. Fig. 2 is developed in line with the findings of the 
studies in this paper and gives an outline of the process from identifying the problem to the final outcome 
of actions performed. Decision-makers need to consider combinations of data collection methods in order 
to figure out the best way to tackle the issue in their city [28]. It is also a fact that many solutions to 
reduce or make urban freight transport more efficient have been implemented in cities without a thorough 
ex-ante evaluation [29], which is necessary in order to make the outcome of the implementation more 
valuable as well as showing the actual impacts.  
 
 
  
 
 
 
 
 
 
 
Fig. 2. Framing the problem of urban freight transport. The process from identifying problems to the final outcome of actions 
performed. 
The figure adopts the basis of the model presented by Tennoy [12] as discussed earlier in the paper, 
where framing the problem is the most important issue. Added to the process are the important steps of 
identifying the problem to start with, identifying the actors and logistics parameters (e.g., traffic work and 
transport work) as an outcome, the influence of external factors and the outcomes in the form of 
sustainability factors. However, if there is no recognition in the municipality that there is a possibility to 
handle freight transport, the first step is awareness of this option. Actors and stakeholders are important to 
identify and thereafter to keep a good communication with, which is also confirmed by Lindholm and 
Behrends [30]. The stakeholder is an important factor in both the planning procedure as an input reference 
group, but is also an important group to consider since the consequences of the planned activities and the 
outcomes directly affect this group. External factors in the figure are regarding legal and institutional 
issues, financial issues, political and cultural issues as well as practical and technological issues. All of 
these have been raised as important factors in either interviews, literature or in both as affecting the 
outcomes of the planning procedure.  
The results from the questionnaire survey and the interview study could most probably be generalised 
to most Swedish small- and medium sized cities. Large cities differ slightly as noted in the questionnaire 
results, mainly due to a higher awareness of the freight transport issue. Local authority policy making 
structures are similar in most municipalities. The research results are suitable as a basis to build further 
knowledge and awareness, and in order to create a more detailed model of freight transport policy 
implementation. 
Problems
Needs
Objectives
Values
Knowledge
Understandings
Theories
Framing of problems
Alternative strategies and means
Legitimate evaluation methods
Identifying actors/stakeholders
Etc.
Plans and 
actions
Traffic work
Transport work
Customer service
Etc.
Social, Economic
and environmental
impacts
Planners Planning procedures Outcomes – plans, logistics parameters and impacts
External factors:
- Legal and institutional
- Financial
- Political and cultural
- Practical and technological
Actors/stakeholders:
- Consignor/consignee
- Freight forwarder
- Transport operator
- University/Academic
- Property owners
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5. Conclusion 
Mainly the results of the studies are as expected – there is no visible problem with freight in small- and 
medium sized cities (in Sweden). However, the most interesting highlight from the studies is the idea that 
small- and medium sized cities do not see the urban area as the main problem for freight, rather than the 
overall infrastructure in the municipality. There is therefore a need to tackle freight transport in the urban 
area together with neighbouring cities both to understand the issue in an overall context and to start 
possible actions in order to reduce non efficient and unnecessary traffic work. However, it is important to 
remember that a large proportion of the transport work is necessary for the liveability of the urban area. 
Hence, there is a need for extensive increasing awareness of the urban freight issue in small- and medium 
sized cities in the same way as in large cities.  
Three points that emerged from the studies in this paper are most valuable for small- and medium sized 
cities to consider: 
x An increase in awareness and training to reach a better knowledge in the freight transport area; 
x Knowledge transfer and interaction between cities and stakeholders, and;  
x Cooperation with other, preferably neighbouring cities. 
 
Freight transport in urban areas is a business interest. However, the local authority has the option to 
implement regulations and policies which affect the logistics parameters and the decision makers, and 
therefore needs to understand the cause-and-effect of such measures as well as how the outcomes could be 
optimised regarding as many factors as possible. The planning process model presented in this paper is a 
helpful tool to understand the cause-and-effect of the process. Yet, it seems like there is a need for a 
driving spirit. A model or a guiding tool is not the solution to all problems with urban freight transport. A 
model helps to clarify the working process and to identify all the steps needed. But, peer-to-peer meetings 
for knowledge transfer between cities and easily accessible information is essential. Only with more cities 
working with freight will awareness be higher, due to “reputation.” Sometimes it is better to do something 
small to build on than to try to solve everything with one overall solution.   
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